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FROM THE FEDERAL SECRETARY 


Well, on the eve of August we have 
issue 79-3 sitting in Eric Goudie’s 
lounge room waiting for address 
labels from two states. And as Eric 
and May intend setting out for the 
western climes, | anticipate des- 
patching this issue with the last. 


1979 Federal Rally 


Distance certainly —conspires 
against Western Australia. Despite 
that branch’s efforts, New South 
Wales and Victoria at the time of 
writing will be the only states sending 
cars. While the distance and costs of 
representation are daunting, for 
those that could afford the time and 
expense, the effort should be made. 
After all, our Western Australian 
friends have four treks eastward to 
our quinquennial westward journey. 


Changes in Federal Executive 


Guy Freeman, a past President of 
the Queensland Branch, was elected 
Federal President of our Club on 20 
July 1979, succeeding Malcolm 
Johns who has held the reins for the 
last three years. 


The constitution as | foreshadowed 
in the last edition limits the term of 
the Federal President and Secretary 
to an initial elected period of two 
years followed by a further period of 
one year. As at the time of writing 
four states had passed the proposed 
Constitutional amendment which 
restricted the Federal Secretary to a 
limited term in office. Pending 
advice from the remaining state, | 
will perforce be billed as ‘Acting 
Federal Secretary’ as my term of 
office expired in July ‘79. 


Malcolm Johns had a_ similar 
problem in that his term of President 
expired with mine. He had hoped to 
continue serving in an ad hoc 
manner until the 1979 Federal 
Council meeting, but his private 
commitments mitigated against this. 


| should like to record my personal 
gratitude to Malcolm for the help he 
has given me over the past 3 years. 
His greatest achievement in my 
opinion has been to bring the Club 
together in organisation and spirit, 
manifested in the new Constitution of 
which he was architect. 


Malcolm had a tough apprentice- 
ship, starting in 1975 as Federal 


Secretary under the old scheme and 
saddled with the organisation of a 
Federal Rally. He has earned a rest — 
and hopefully can now complete the 
restoration of ‘Isobel’ to her original 
fabricated magnificance. 


SPARES IN VICTORIA 


John Reis writes that he, Cliff Allin 
and John Griffiths are sorting through 
a mass of used spares gathered over 
the years by the Victorian Branch. He 
says that there appears to be nothing 
to get excited about but the bits have 
been identified in good faith and are 
offered for sale without warranty. 
There are no exotic instruments, 
horns accessories or lights — mainly 
dull old bits that don’t wear out. If 
you are still interested — write to 
John. 


Where do you live? 


Officially we don’t care — so 
please don’t write and tell me. Please 
tell your Branch Secretary and he will 
make out a new label for your 
Praeclarvm. May Goudie is not about 


to sort through 700 labels to correct 
yours — is she? 


The New Silver What? 


That excellent publication 
‘Wheels’ published photos of the 
prototype to succeed the Silver 
Shadow II. Lest such entrepreneurial 
reporting be lost to history they are 
reproduced hereunder. 


The report quotes the code name 
of the car as the SZ (how about a 
Silver Zephyr?) and suggests a lower 
grill. Other reports suggest a smaller 
engine. 


On re-prints 


On page 432 we had a rather rare 
test of the 4% Bentley Mark VI. Most 
available reports are on the more 
popular 4% litre hence the decision 
to reprint. On page 437 was the 
original announcement of the Silver 
Dawn circa 1949. | frequently have 
the problem of finding such material 
and wondering whether everyone 
has seen it; so far no one has com- 
plained. 


Gas up the Rolls? 


| refer not to automotive flatulence 
but the thought that the use of LPG, as 
the Ayotollah seems to dictate, may 
be of interest to some of us with post 
War Cars. 
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When the big liquid petroleum gas 
push was still bounding around 
Canberra, | ascertained that it would 
cost some $500 to convert my old 
Holden to a dual fuel vehicle and that 
there was a two month waiting list. 
But then | found it was impossible as 
the dear old thing is a station wagon 
and you can’t have the gas tank in the 
cabin in case of leaks. 


If you have a sedan you must 
ensure that the lowest part of the boot 
is vented for safety. And all this, 
including sealing the boot from the 
car must be done by a licensed 
chappie. 

Now the factory noting the almost 
pollution-free nature of LPG engines 
and spurred on by the 1972 fuel crisis 
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6 cylinder B-range petrol and gas engines. 


got to work and designed, or adopted 
an engine to run on LPG. Noting that 
the engine designator was ‘B’ and the 
models available are the B61G and 
B81G, | got to thinking ‘‘Would Jim 
Kelso let me put one in the ‘R’ type 
and would it fit’. A more likely 
occurrence was the conversion of the 
existing motor. 


My excitement was short-lived as 
instead of using or adopting the side- 
draft carburretters they have settled 
for a specialised down draft 


mechanism. As yet | have found no 
conversion for the SU petrol system. 
Meanwhile you may like to examine 
the way Rolls-Royce gases-up an 
engine in the accompanying illustra- 
tions. 


Water inlet or outlet —— ~ Liquid LP 
-gas line 

Impco model EB converter Ti 

Power mixture ADJ 
Liquid LP 
-gas inlet 


Liquid LP-gas filter 
with solenoid cut-off 


Idle ADJ. Impco CA425 


carburetter 


Vaporized gas 
to carburetter 


Impco CA425 carburetter Typical piping layout LP-gas only 


TYPICAL FUEL SYSTEM INCORPORATING 
AUXILIARY FUEL TANK AND SAFETY DEVICES 


FUEL TANK CONTENTS GAUGE. 
FUEL FILLING POINT. 


FUEL TANK — Incorporating an excess flaw valve. 
This valve is set to sense flaw of liquid which is 

in excess of the engine requirements. A fracture 

or pipe disconnection results in the flow of LPG 
being immediately stopped. The valve is 
deliberately incorporated into the tank ensuring 
no possible leakage between tank and excess 

flow valve. 


SPILL PIPE — This pipe is used during the 

filling of the fuel tank.. It ensures the tank is 

not filled beyond a specified maximum percentage 
of its volume. Any expansion of the liquid 

which now occurs due ta increased ambient 
temperature expands into this unfilled portion 

of the tank. This does increase the pressure 

in the tank, but not beyond the safe working 
pressure. 


EXCESS PRESSURE RELIEF VALVE — The 
tank is designed to withstand any pressure 
which may occur during normal operation, but 
in abnormal circumstances, far example a 
vehicle fire, tank pressure can increase beyond 
the tank design maximum. To prevent tank 
explosions under these circumstances a pressure 
relief valve is fitted and set below the tank 
design maximum pressure. 


LOW PRESSURE SWITCH — Switching to 
auxiliary system automatically when main 
tanks are empty 


AUXILIARY TANK — For use as an emergency 
in case of main tanks being emptied. 


FUEL CUT OFF VALVE — Closes fuel supply 
line when ignition is switched off, preventing 
a mixture of gas and air passing through the 
engine during running on conditions. 


WARNING LIGHT — Showing auxiliary fuel 
system in use. 


RELAY — Switching on main fuel supply 
system. 
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. FUEL INDICATOR LIGHT — Showing main fuel 


system is in use. 


MANUAL SHUT OFF VALVE — Mounted 
externally to bus body panels allowing gas 
supply to be closed. 


FLEXIBLE PIPE — To cater for engine to vehicle 
flexible mountings. 


. VACUUM OPERATED FUEL LOCK — Shutting 


down fuel supply when engine is not running but 
ignition supply is switched on — Engine supply. 


. EVAPORATOR -— To convert liquid into 


vapourized propane — Engine supply. 
CARBURETTOR — Impco 425 — Engine supply. 


TILT VALVE — To close fuel supply when 
angle of tilt exceeds 28° from vertical 


. IGNITION SWITCH. 


IMPACT SWITCH — To close fuel supply when 
vehicle deceleration or acceleration exceeds 5 g 
i.e. in case of accidents. 


RELAY SWITCH. 


TILT RESET SWITCH — To check functioning 
of tilt switch. 


BATTERY 


* Public Service Vehicle Applications only. 


Fuel system 
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Drink and Driving 


During the last war, the occasional 
report came out that a car had been 
run on whisky (hopefully Australian). 
The fuel in such cases is ethyl alcohol 
which being consumeable and 
enjoyable, is taxable. But _ its 
molecular sister methyl alcohol, 
whilst poisonous can also be used as 
a fuel. 


Seeking to educate my readers, | 
found a paper from the Rand 
Corporation on the use of Methanol 
as an automotive fuel. The following 
edited version is offerred. 


Methanol, otherwise known as 
methyl alcohol or wood alcohol, is 
frequently suggested as an alterna- 
tive fuel for automobiles. The pro- 
ponents of methanol point out that 
practically any kind of carbonaceous 
material, such as coal, or renewable 
organic matter, such as municipal 
solid wastes, can be used to make 
synthesis gas (carbon monoxide and 
hydrogen) which is then readily 
convertible into methanol using 
currently available | commercial 
processes. Also, methanol has been 
used for years to fuel racing car and 
boats so there is little doubt about its 
utility as a motor fuel. Its preferred 
status as a racing fuel is chiefly for 
safety reasons. It is less likely to catch 
fire in the event of an accidental 
crash or collision. Also it is said to 
keep the engine running cooler than 
with gasoline and to provide better 
performance (more horsepower from 
the engine) at high speeds. 


As far as toxicity and handling 
properties are concerned, methanol 
is about on a par with gasoline. 
Similarly with regard to air pollution; 
there are differences, although these 
are by no means _ universally 
accepted, e.g., that methanol pro- 
duces less carbon monoxide and less 
oxides of nitrogen than gasoline 
(and, of course, no hydrocarbon 
vapours), but it also produces 
aldehydes and methanol vapours 
which gasoline does not. However, 
these differences are not dominant 
considerations. | The principal 
physical property that separates 
gasoline and methanol is heat of 
combustion. The heat of combustion 
of methanol, on either a volumetric 
or a weight basis, is less than one-half 
that of gasoline. Consequently 
methanol transportation and distri- 
bution costs are roughly twice those 
of gasoline because about twice the 
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volume of material must be trans- 
ported, stored and distributed to 
deliver equal quantities of fuel 
energy. 


Unlike gasoline, methanol is 
miscible with water in all propor- 
tions. Consequently it requires 
special handling during transpor- 
tation and storage to prevent it from 
being inadvertently diluted with 
water before it is pumped into the 
motorist’s fuel tank. A small amount 
of water might be tolerated in 
methanol fuel, but the addition of too 
much water would result in an 
unacceptable change in its burning 
characteristics. At essentially every 
step from oil well to the automobile 
fuel tank, when petroleum products 
are stored, they float on a layer of 
water at the bottom of the tank. This 
is a result of the prevalence of water 
in the environment, as rain, conden- 
sation of humidity in closed tanks, 
and wash-down during house- 
keeping operations. Contact with 
water is usually harmless in the case 
of gasoline because the two materials 
have only very slight solubility in one 
another, but to prevent gross dilution 
of methanol with water, the whole 
distribution system would have to be 
modified. 


The main objective of this note is 
to evaluate the impact of distribution 
costs on the retail price of methanol 
as compared with that of gasoline. 


COMPARISON OF METHANOL 
AND GASOLINE RETAIL PRICES 


As indicated above, higher distri- 
bution costs will impose a penalty on 
methanol relative to gasoline. In 
addition, there is a weight penalty 
associated with methanol after it is 
pumped into the motorist’s fuel tank. 
Because of its lower heat content 
more than twice as much weight of 
methanol is needed to propel an 
autombile a given distance. For 
example, a fuel tank designed to give 
an autombile a cruise range of 250 
mi would have to have a capacity of 
27.4 gal of methanol, in comparison 
with a gasoline tank with a capacity 
of 12.5 gal (assuming 20 mi per 
gallon when burning gasoline) to 
travel the same distance. Other 
things being equal, fuel ‘mileage’ or 
fuel economy is inversely propor- 
tional to vehicle weight. Because of 
the increased weight of the tank itself 
and its contents relative to_ its 
gasoline-driven counterpart, an 


average methanol-fueled vehicle 
would lose 2 or 3 percent in fuel 
economy (on the basis of miles per 
million Btu). 

If we assume that methanol is 
otherwise equal to gasoline in its 
acceptability as a motor fuel, then the 
two fuels may be compared on the 
criterion of their price at the service 
station in dollars per million Btu ($/ 
MMBtu) where, for equal desirab- 
ility, the price of methanol should be 
2 or 3 percent lower than that of 
gasoline. In other words, it would be 
a matter of indifference to the 
motorist whether he possessed a 
methanol-burning car or a gasoline- 
burning car if the retail price relation- 
ship were, symbolically: 


M. = KG. 
where M, = methanol price at 
service station, $/MMBtu 
G, = gasoline price at 
service station, $/MMBtu 
K = weight penalty fact (K = 


0.97 to 0.98) 
The motor fuel producing industry 
has three options relative to 


methanol versus gasoline: 

1. To produce gasoline from oleum 
(or other fossil fuel) and distri- 
bute as gasoline. 

2. To make methanol and distri- 
bute as methanol. 

3. To make methanol, convert it 
into gasoline by chemical 
processing, and distribute as 
gasoline. 

In view of the fact that practically 
all methanol on the market today is 
derived from natural gas or petro- 
leum gases, it is to be expected that 
methanol prices would tend to rise 
along with gasoline prices. If large 
quantities of methanol are produced 
in the future from nonpetroleum 
sources, organic waste materials, for 
example, it is possible that the price 
of methanol at the plant could come 
down relative to that of gasoline. 


CONCLUSIONS 

With the price of gasoline at the 
refinery gate and methanol at the 
plant as they appear in the present 
market, methanol cannot compete 
with gasoline as an automotive fuel. 
The price of methanol would have to 
drop considerably relative to that of 
gasoline, or the price of gasoline 
would have to rise considerably 
relative to that of methanol, before 
methanol fuel would become an 
attractive alternative to gasoline. 


Under certain combinations of plant 
prices for methanol and gasoline, a 
preferred strategy would be to use 
methanol as an_ intermediate 
chemical and convert it into gasoline 
rather than to use it direetly as an 
automotive fuel. 


After that burst I'll get ready for 
Perth. 
Bill Coburn 


THE TED WARD 
PHANTOM I 


John Bull sent me copies of letters 
he exchanged over the above car. | 
am printing them, not only to cast a 
little more light on this chassis but to 
illustrate the sort of devilling that has 
to go on to establish the history. The 
best time to write the history of your 
car is NOW, it won't get any easier! 


FROM JOHN BULL TO ALASTAIR 
ANGAS 


There is still no doubt in my mind 
that it was the early body on the P.I. 


which was built by J.K.A. It is only 
five years ago that Sir Keith was 
talking to me about the car. He didn’t 
specifically state that he bought the 
chassis new, that just being my 
assumption at the time. Perhaps it 
could have been a second-hand 
chassis. However, | am quite sure | 
can recall Sir Keith saying he applied 
the “deck chair’ treatment to the 
chassis for its period of use in 
England, and, furthermore, that he 
had devised a considerably im- 
proved and more _ comfortable 
seating arrangement than the fairly 
crude affair he had fitted to the 
Armstrong Siddeley. 


In tne early body you will notice 
that it has very thick windscreen 
pillars and door frames, consistent in 
my opinion with its not having 


emanated from a_ professional 
coachbuilding house, certainly not 
an English one. Many American and 
Australian bodies had thick pillars, 
but not as thick as on this car. The old 
body, apart from the wings (and 
they’re very = straightforward — in 
design), is essentially box-shaped 
and simple. | can readily accept it as 
being ‘‘home-made’”’. 

On the other hand, the later 


body is perfect in every contour, line, 
detail and panel, and it would sur- 


prise me if it came from anything a 
professional coachbuilding estab- 
lishment. 1 can quite clearly 
remember Sir Keith saying that he 
had the body built in Melbourne. | 
would imagine he probably sub- 
mitted photographs of a Barker body 
and requested the builder (almost 
certainly Martin and King) to gen- 
erally follow the Barker design. 


It seems extraordinary that there 
should be two such similar bodied 
Phantom I's in SA/Vic in the period 
1929-35 but unquestionably Ward's 
car — chassis no. HC 31 (series V) — 
has a Barker body and since he has 
photostats from Colonel Barrass of 
the original delivery to the Hon. 
Dorothy Paget in late 1925 | do not 
think it can be the same car owned by 
my uncle Keith which he subse- 
quently altered body-wise by 
replacing the original body with one 
built by himself and Jim Bettles and 
which is the subject of the two 
photographs sent to the Rolls-Royce 
Bulletin in 1935 and which you sent 
to Bill Coburn. 


| know this body change is the 
reverse of what you said in your 
letter. But both my aunt and my 
cousin Henry are certain that the 
body in the upper picture (the car 
alone, as opposed to the one with 
J.K.A. with foot on running board), is 
the product of the Lindsay Park body- 
builders!! Strangely, the body of 
Ward’s car is practically identical, 
except for a slight difference in the 
waist-line strip to the rear of the 
single heavy 1929, not as a new 
chassis as you suggest with similar 
treatment to the Armstrong Siddeley. 
All this is very confusing, as you have 
also stated, and as | have been unable 
to locate a chassis number for my 
uncle’s car, they could still be one 
and the same as far as the dates of 
acquisition are concerned, since 
Ward's car had three owners in the 
U.K. before it came to Australia so 
this would also make it about 1929. 
However, Ward's car is unique since 
the third owner Amherst Villiers 
supercharged it and it still has all the 
plumbing for the dry sump lubrica- 
tion and special carburretor, as well 
as extra instruments. Neither my aunt 
or my cousin can remember anything 
special concerning the Lindsay Park 
PI engine, and this makes me feel it 
must have been a different car. My 
only conclusion at this stage is that 
my uncle may have seen HC31 
somewhere in Australia and 
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modelled his body accordingly, 
since the similarity is remarkable, 
even to the fact that they both have 
louvred bonnet sides, which is 
unusual being a PIl feature, not PI. If 
my relations are wrong in_ their 
memory of the engine modifications 
then it could still be one and the same 
car, otherwise | am still up in the air. 


Charles Wright has supplied some 
details of HC31 since 1955 until 
Ward bought the car in pieces some 
4 years ago at Parafield or Gillies 
Plains. Ben Tillett first saw the car in 
the Naracoorte district in 1947 when 
owned by a man named Pahl. Tillett 
bought it from Hoskins of Bimbimbi 
Station in 1955 — it was towed to 
Adelaide and half the body had been 
removed while being used as a farm 
transport. (Almost like the Ghost 
turned into a buckboard for rabbit 
shooting by my cousins Bob and 
Colin Angas, now restored to pristine 
glory by Laurie Vinall) Ben Tillett 
recovered all the body panels but it 
seems then to have gone to a man 
named Pope, who died before he got 
much further than restoring or re- 
assembling the chassis. Certainly 
Ward's photographs taken at the time 
of purchase show it to have been in 
many, many pieces. 


The similarity of the body makes it 
hard for me to believe there were two 
such cars. Ward is waiting to hear 


A view of the post-war crankshaft 
damper. Use of dirty oil promotes the 
complete clogging-up of __ this 
mechanism. 


from Amherst Villiers, who is still 
alive, on the supercharging of his car. 
If Villiers could identify the body on 
the car when he had it, this would go 
a long way to deciding the issue. | am 
still working on it! 


1 


Ted Ward with HC31. 


zy 
fa 


a 
Q 
se 
6 
Q 


a 
2 


BOOK REVIEW 
By Tom Clarke 


“The Rolls-Royce Twenty”, by John 
M. Fasal 


Many enthusiasts have known of 
John Fasal’s lengthy research and 
travels for this book. Its gestation 
period has been longer than that of 
an elephant and, like it, nothing has 
been forgotten — if you'll pardon the 
phrase, it is a mammoth work. | must 
reveal at this point some partiality as 
a result of having compiled the 
book’s index. | was able to see then 
the incredible amount of work the 
book represents. But | was not alone 
in being associated with the book — 
in the interests of accuracy and 
coverage the author has consulted 
numerous former employees and 
owners, enthusiasts, and all the 
current recognised Rolls-Royce 
history authorities. It is therefore truly 
the work of an enthusiast who goes 
out to find the facts and first hand 
impressions rather than reworking, 
as so many Rolls-Royce books have, 
the same material. 

| first met the author, an Australian 
who lived in Sydney until 1957, 
when he visited Australia in 1966 to 
locate 20 H.P. cars and to research 
the Australian section (about 122 20 
H.P. came to Australia when new). 
No one suspected that an entire book 
could be devoted to one Rolls-Royce 
model and it is in fact the first book to 
achieve this distinction. Since 1966 
the author has visited other countries 
and studied Company records so that 
the final product can be said to be as 
complete as is humanly possible or, 
rather, as complete as a fanatic will 
allow it to be when it is time to go to 
the printer! 


Well-known R-R principles of design are observable in the back axle. The rear 
springs are under-hung. 


The new 20 H.P. chassis showing the 3-speed centre-change gearbox. The 
battery position is carried within the frame. 


Tommy Bryan at the wheel of a 1925 20 H.P. chassis 


on test after repairs. Circa 1929. 


It must be mentioned that at the 
same time that the contents are 
fascinating the production of the 
book is outstanding. It was the 
authors intention to produce a book 
to Rolls-Royce standards, to 
complement the text, which some 
may say has resulted in a high price. 
Let me say at once that the standard 
of production is remarkable for the 
price — 595 photographs, many in 
colour, of excellent variety and 
reproduction, on the highest quality 
art paper and in a fine cloth binding. 
Innumerable original documents are 
also reproduced. It is without doubt 
the best in a long run of books about 
Rolls-Royce over the years. 


The book covers such an extra- 
ordinary amount of ground that it 
might be more appropriate to call it 
“Rolls-Royce in the Twenties’. From 


1924 GLK 16 a two-door cabriolet by Park Ward after a serious accident 


in Eastbourne, April 1929. 
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GMkK 60 as found abandoned in Oman. 


1924 20 H.P. originally a barker cabriolet supplied to Maj. 
H.G. Vaux, C.J.E., M.V.O. (Military Secretary to the Governor of 


Bombay). 


the origins of the small horsepower 
Car up to its use in the present world a 
wealth of historical and technical 
detail is presented — _ original 
designs, experimental car tests, 
production methods, costs, mainten- 
ance etc., all with fascinating insights 
into the Company’s operations and 
its personnel. The story is completed 
with a section on neglected Twenties 
and a register of every 20 H.P. and 
the 1040 survivors, over a third of 
total production. 


1 found especially valuable the 
new information about Royce and 
his working methods which the 
author has highlighted through the 
use of R’s memos and reports — R's 
remarks are often humorous and 
always perceptive. On an_ over- 
bodied 20 H.P. sent for his use he 
remarks, ‘Every time | drove it | got 


into a bad temper...lt takes away 
every desire to own such an 
apparatus’. Apparatus! On bumpers 
—|hope to be the last man to fit these 
to the car! drive. And ona Park Ward 
fabric bodied 20 H.P., ‘I would not 
use this car at any price’. Inciden- 
tally, this book includes the most 
thorough chapter on coachwork 
styles with exceptional original and 
previously unpublished pictures. 


This book is therefore not just a 
‘must’ for any 20 H.P. owner, more 
valuable in some ways than even the 
handbook. It is also essential reading 
for every serious Rolls-Royce 
enthusiast and a satisfying purchase 
for anyone who enjoys owning fine 
things. 


aI ~— 
RINGS 


W.G. Hardy and Royce (seated) in the 
drawing office at ‘La Camacha’ West 
Wittering in 1922. 
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SMITH AND WADDINGTON COACHBUILDERS 


Bert Ward has compiled a list of bodies mounted on Rolls-Royce chassis by this high class coachbuilder, after World 
War I. The factory was located at the corner of Missenden and Parramatta Roads, Camperdown, New South Wales. 


Chassis Number Style 
Silver Ghost 59BW _ Touring body 
Silver Ghost 81NE — Touring body 
Silver Ghost 56AG Touring body 
Silver Ghost 38MG Californian top body 
Silver Ghost 62JG Touring body 
Silver Ghost 30KG Touring body 
Silver Ghost 12HG Touring body 
Silver Ghost 52LK Touring body 
Silver Ghost 62LK — Californian top body 
Silver Ghost 64EU Touring body 
Silver Ghost 47AU Touring body (RR Ltd) 
Phantom | 96LC _— Touring body 
Phantom | 111DC Saloon body 
Phantom | 17TC — Saloon body 
Phantom | 101TC Touring body 
Silver Ghost 34ED 


A touring body was fitted to a 
veteran Silver Ghost chassis (the No. 
| think was 1730). This chassis was in 
North Queensland, owned by a Mr 
Youngman. This car was sent to 
Sydney for a complete overhaul, had 
an old fashioned English touring 


approximately 1929. 


body, straight bonnet, % rear eliptic 
spring. All springs were bound up 
with cord to stiffen up same. This 
chassis had never had any modifi- 
cations carried out on same, so all 
were done free of charge as Rolls- 
Royce Ltd still had their repair depot 


The following list are bodies fitted to 20 and 25 HP chassis. 


Customer 
Mr Scott Fell 
Mr Dave McCathie 
Sir Rupert Clark 
A.P. Mallins 
W. Arnott 
A.P. Wade 
W.H. Chand 
Mr Moses 
Dr H.R. Arnott 
R.F. Evans 
B.A. Peat 
H.L. Askey 
Greg McGirr 
F. Aldrett 
A.W. Whitney 


delivered 1915 had a 2 door Saloon type body built on same by Smith 
and Waddington for a Mr W.C. Crowle of Elizabeth Bay 


Sydney 


in Sydney. After the overhaul was 
finished, chassis to Smith and 
Waddington for the building of new 
touring body and tapered bonnet, 
when finished was like a new car. 


20HP 42G1 2 door saloon Col J.M. Arnott 
20HP 45G5 Touring body A. Craig 
20HP 64H5 Touring body Katoomba Art Union, J. McKinney 
20HP 67H2 Saloon body J. Wyatt 
20HP 70A2 Saloon body J. Mechallis 
20HP 76A8 — Californian top body J. Parkman 
20HP 83K5 ‘Touring body Dalgety & Co. demo, R.A. Charlton 
20HP 77A2 Touring body Wallace Arnott 
20HP 83K5 Touring body G. Folkard 
20HP 84K2 2 door saloon P. Arnott 
20Hp 87K9 Touring body J. McLean 
20HP GA12 Touring body C.H. Breknell 
20HP GF36 _ Single seater coupe Capt. Young 
20HP GLK49 Touring body H.L. Askey 
20HP GLK66 Single seater coupe Mrs Myerson 
20HP GLK68 Touring body W.G. Conley 
20HP GNkK8 _ Single seater coupe A.W. Charlton 
This body was removed at a later date to be fitted to GCK69. A saloon body was fitted 
to replace same chassis still in same family. 
20HP GSK10 Touring body B. Burdekin 
20HP GCK69 Single seater coupe A.W. Charlton 
from GNK8 was fitted. Later fitted with a Saloon body for same owner 
20HP GUK76 _ Touring body R.A. Charlton 
25HP GGP19 _ Single seater body from GCK69, after fitted with a saloon body for A.W. Charlton 


later single seater body from GNK8, GCK69, GGP19 fitted to 25/30 
GMO10, saloon body off GGP19 fitted to 25/30 GGR79 for the 


Charlton family. 
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FROM THE RETIRING FEDERAL PRESIDENT 


Having come to the end of my term 
as your Federal President | would like 
to convey to all members my grati- 
tude for the cooperation and support 
| have received. One never achieves 


all that one sets out to do, but | feel 
that the Club has obtained local 
stability and international recog- 
nition. 


The credit for the Club’s status 
essentially rests with our inimitable 
Federal Secretary and PRAECLARVM 
Editor, Bill Coburn, without whose 


OUR NEW PRESIDENT 


GUY FREEMAN, the past President 
of Queensland Branch is married 
with a grown up family of four. He is 
retired, and an avid Rolls-Royce 
enthusiast. He was born at Eastwood, 
New South Wales in 1915 and 
educated at the South Port School 
(Church of England Grammar). 


He was associated, in the market- 
ing field with the Shell Company of 
Australia from 1937 to 1972 and isa 
member of the United Service Club, 
the Rolls-Royce Enthusiasts’ Club 
and the Vintage Car Club of 
Queensland. 


During the second world war he 
was enlisted in the RAAF and 
attached to the RAF for overseas 
service as a Pilot with the rank of 
Wing Commander. 


During this time the British Air 
Ministry made a special secondment 
to British Overseas Airways as a 
commercial pilot on flying boats, 
from 1942 to 1943. His exploits 
included being the pilot to collect 
and transport the Italian negotiators 
for the Italian Surrender Treaty 
signed on 31st August 1943 and 
personal pilot to Lord Tedder, 
Marshal of the RAF. He was also co- 
ordinator of the transport of supplies 
and equipment to General Tito 
during his resistence movement and 
operational controller relative to air 
security and flight information of 
visits by H.M. King George VI and 
Winston Churchill to be Mediter- 
ranean area. 


understanding and assistance my 
Presidency would have been most 
difficult. As Bill is prepared to soldier 
on the proposed amendment of 
Clause 15(g) of the Federal Consti- 
tution, namely, to remove the 
temporal restriction upon the 
duration of office of Federal 
Secretary, has my full and unfettered 
support. 


| also wish to place on record the 
Club’s appreciation for our Inter- 
national Ambassador, Eric Rainsford 


Guy’s interest in motor cars started 
in June 1928 when he was appointed 
a marshal for the first electrically 
timed motor car race meeting on the 
Southport beach. In 1978 he was 
treated to a luncheon in appreciation 
of 50 years contribution to the motor 
racing sport. 


An alliance with Rolls-Royce 
started in 1941, when, as an opera- 
tional pilot in England, he was 
transferred to a special section to 
carry out testing of the Merlin 22” 
for desert operation in the Welling- 
ton Bomber MKII. At the time, the 
engine was the only power unit 
which could carry the 4000Ib. bomb 
in a Wellington. (It was truly a shame 


and his group of dedicated enthusi- 
asts. Further, our own Bert Ward 
stands recognised as the movement's 
authority on earlier motor cars and 
we must ever be grateful for the 


wealth of information he has im- 


parted. 
| can assure my successor of my 


continued support and | take this 
opportunity of thanking each and 
every member for permitting me the 


honour of having served you. 
Malcolm Johns 


to see the treatment these Rolls- 
Royce Merlin engines received, Guy 
says. What with supervised over- 
heating, dust and sand in the 
radiators, poor maintenance, they 
still performed with a high standard 
of efficiency). At the conclusion of 
the tests, he led the first daylight ferry 
flight of five of these aircraft to Malta 
via Gibraltar. These aircraft 
continued to give excellent service 
under desert conditions until they 
were ultimately replaced by a 
modified aircraft and power unit. 


His experience with Rolls-Royce 
reliability and performance 
prompted a lasting respect for the 
name and what it represents. 


It was therefore no surprise that on 
retirement in 1972 and during 
extended overseas trips, he com- 
menced a search for a car bearing the 
Rolls-Royce insignia. On returning to 
Australia, he acquired a_ Silver 
Shadow and set about gaining 
knowledge on the Rolls-Royce 
marque. 


To satisfy a thirst for Rolls-Royce 
knowledge and a need for a chal- 
lenge, he purchased a 1937 25/30 
Rolls-Royce and started a major 
restoration project, one of his main 
interests, the other being club activ- 
ities. 

In accepting the position of 
Federal President, Guy has extended 
a welcome to all members who may 
visit Brisbane. 


We wish him well. 
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Silver Cloud Ill Eng No. SX 245 C with Zoe. 


A GOLDEN SOVERIGN 


| think that this true short story | 
have to tell is unique and would be 
also interesting to most readers of this 
magazine if like myself, are always 
interested in any story concerning 
the magic name ROLLS-ROYCE. 


In most instances the story is about 
the cars; sometimes about people 
who have worked with them or 
driven them, or the fantastic mileage 
one has covered without ever being 
off the road for major repairs or 
maintenance. Other stories tell us 
something about Sir Henry Royce 
and his passion for quality and his 
concern for correct detail but less 
frequent we see in print something in 
the life of the other important partner 
on the radiator name-plate badge, 
ROLLS. 


No wonder then it came to me 
something of a surprise when | 
arrived home one day with a 1928, 
20 HP Shooting Brake, GYL60 that | 
had just purchased for £275:0:0. to 
be greeted at the front gate with these 
words from my father. ‘I knew the 
man that sold those cars, he lived 
close to where your mother and | 
lived when we were first married”. 
To continue in dad’s own words, he 
said “We lived at Monmouth and 
one day when | was taking your 
sister, Zoe for a walk he came by on 
his bike and knocked young Zoe 
sprawling to the pavement. He 
quickly picked her up after jumping 
from the bike, dusted her little frock 
and said how sorry he was that sucha 


thing should have happened”. Dad 
said the cyclist was very concerned 
for her even though it was really the 
fault of the child for running in his 
path. There was no harm done to my 
sister apart from a fright and dad 
assured him of this telling him to 
think no more about it. Next instant 
the rider thrust his hand in a waist- 
coat pocket and pressed something 
in my sister’s hand and road off. 
When my father looked to see what 
had been given to her he saw it was a 
bright shining soverign. This to my 
family was a mighty reward for a 
buster in anyones language in those 
far off days when a quid was quid. 


The soverign was taken care of and 
the incident promptly forgotten. The 
day Zoe turned twenty-one she was 
again handed the soverign but this 
time by dad. Today, at the age of 78 
on the 6th of last June she still has that 
golden coin and will not part with it, 
because as she says, it was given to 
her by dad, on her 21st. 


My sister, Zoe is the eldest of the 
family of eight, four girls and four 
boys all born in the old country 
except the last three which includes 
myself. We three were born in 
Australia) at Glenmore Road, 
Rockhampton, Central Queensland 
Coast. 


Dad and mum and the family 
migrated to Australia 4th February 
1911, the year and month Charles 
Sykes created the Spirit of Ecstacy. 
The ship arrived two months and two 
days later, 4th April. This | feel is a 
little longer than the Rolls-Royce 
powered jets take today. Accom- 
panying this story is a photograph of 
my sister seated beside my Silver 
Cloud 111. She has spent all of her 
working life as an Officer of the 
Salvation Army and is now a retired 
Brigadier of that organisation after 
serving in many centres in N.S.W. 
and Queensland. 


Ernest J. Venables 


1928 20HP chassis GYL60. 


A BLUE MOUNTAINS BENTLEY 


During the 1978 rally at 
Nuriootpa, Peter Crauford told me of 
a 3% litre Bentley chassis B17BN he 
had acquired but its history was 
unknown. Bert Ward came to the 
rescue. 


During the year 1934 in England 
one Lt. Commander Fogarty, a 
member of the British Navy, married 
a beautiful English Lady Mary — 
(after Fogarty), and the brides father 
gave them a 3% litre Bentley, fitted 
with a Parkward drophead coupe, 
painted a grey green, grey leather 
upholstery and grey canvas hood, for 
a wedding present. They lived in 
England for a period, until the officer 
left the Navy (but retained on the 
reserve). 


They came to Australia and bought 
a property at Kurrajong, N.S.W. | 
picked up the car at the wharf and 
serviced and registered it in N.S.W. 
for them. They travelled to Sydney a 
fair bit and | do not know what 
interests they had here, but Mrs 
Fogarty was not the best of drivers, 
with the clutch, she had a very heavy 
left foot and many times during their 
visits to Sydney, | was called on 
anywhere between Kurragong and 
Sydney to help Mrs Fogarty with a 
slipping clutch. 


| had to make the necessary 
adjustments on the road and it got to 
the stage where every time she came 
to Sydney, she called at the service 
station and | would check the clutch 
adjustment. This way | did elimate 
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the outdoor visits. However after 
explaining what she was doing 
wrong, together with the cost of 2 or 
3 clutch replacements, she made 
good progress. 


After a time at Kurrajong, they sold 
out and bought a house in Victoria 
Road Bellevue Hill. At the outbreak 
of World War 2 Lt. Commander 
Fogarty, was recalled to the British 
Navy and early in the war he was 
killed off the north west African 
coast. 


Mrs Fogarty stayed in Bellevue Hill 
and | serviced the car during the war 
years, picking the car up at Victoria 
Road early in the morning. She used 
the car as much as possible due to 
petrol rationing. After the war 
finished, the Bentley and Mrs Fogarty 


disappeared and this is the first | have 
heard of B17BN all these years. 


As for the clutch on these 3% litre 
Bentleys, for the power these little 
cars had, the clutch was too small, 
being the same as fitted to the first 
20HP chassis which had no power. 
They changed it later with the 4% 
litre Bentleys. 


| would like to ask Peter Crauford, 
is the same body on the car? We had 
here at one time only 9 pre-war 
Bentleys, four 3% litre and five 4% 
litre cars, with one returned to 
England. 


Bert Ward 


ROLLS-ROYCE REPRESENTATION IN AUSTRALIA 


Bertram Arthur Peat, a Royce 
trained mechanic and his wife 
Maude Peat, were sent to Australia 
by H. Royce by request in 1914 to 
represent and open a repair depot for 
the Rolls-Royce cars in Australia and 
New Zealand. 


After the end of World War], Rolls- 
Royce decided to open up agents in 
various states of Australia such as 
New South Wales, Victoria, South 
Australia and Queensland. B.A. Peat 
was then made sole representative 
for Rolls-Royce Ltd. for Australia with 
his head office in New South Wales. 
He occupied this position until 1931 
when, with the depression and lack 
of sales, Rolls-Royce closed down 


the office. B.A. Peat had the chance 
to return to England, but decided to 
stay in Victoria where he started a 
business with Ernie Ford. The latter 
had also come from Rolls-Royce in 
1924 for Dalgety & Co., then Rolls- 
Royce agents under the name of Ford 
& Peat carrying out Rolls-Royce 
repairs. Then Ford died, Peat 
returned to England where he died. 

It was not till after the end of World 
War 2 that Rolls-Royce Ltd., decided 
to appoint another representative to 
look after the aero engine and car 
side of their products. 

In 1946 Rolls-Royce advised 
Appleby and Ward that Mr Peter C. 
Birch would be arriving in Sydney, 


and would we meet him and help 
him in anyway we could. We did and 
when settled he decided to make his 
head office in Melbourne. Peter 
Birch proved to be a very good 
representative for Rolls-Royce Ltd., 
and as new cars were arriving fast, 
also aero engines, Rolls-Royce Ltd. 
sent out Jack Vidler to assist Peter. 


On Peter Birch’s return to England 
in the middle 1950s, Jack Vidler took 
over his position as Australian 
representative. He also carried out an 
excellent job throughout his appoint- 
ment. He is now retired and at the 


present time no Rolls-Royce 
representative is in Australia. 
Bert Ward 


RILEYS RUN RINGS AROUND 
ROLLS 


Martin MacCarthy, a stalwart of 
the Riley movement but a lover of 
proper cars, dropped in a bumper 
sticker reading as above. This was 
quite forgivable since it marked a 
most interest section in a 1907 copy 
of ‘The complete motorist’ on the 
Silver Ghost. Even more interesting 
were the extremely clear photos 
which our new camera craftsmen 
can try their hand on. The text reveals 
nothing new but the then contem- 
porary report makes for interesting 
reading. 


THE ROLLS-ROYCE CAR 


No car has jumped so quickly into 
fame as the Rolls-Royce car, which is 
built by Messrs. Rolls-Royce, 
Limited, of Manchester, from designs 
by Mr F.H. Royce. The Hon. C.S. 
Rolls was originally engaged in the 
sale of Panhard and other machines, 
but in 1904, with Mr Claude 
Johnson, he undertook the sale of the 
Rolls-Royce car. In 1906 the business 
of Mr Rolls (C.S. Rolls & Co.) was 
absorbed in that of Rolls-Royce, 
Limited. 


The first Rolls-Royce car, with two 
cylinders, was produced in the 
summer of 1904. In December, 
1904, the car was exhibited in Paris, 
and in February, 1905, the first four- 
cylinder Rolls-Royce car was put on 
the market. In September of that year 
this car gained second place in the 
Tourist Trophy Race in the Isle of 
Man; and in 1906 a six-cylinder car 
was entered in the Scottish 
Automobile Club Trials, when it 
completed a distance of 671 miles 
without a stop. In the Tourist Trophy 
Race of 1906, the Rolls-Royce four- 
cylinder car beat all the other com- 
petitors, accomplishing an average 
speed of forty miles an hour on a 
consumption of a gallon of petrol to 
every twenty-five miles. 


The latest six-cylinder Rolls-Royce 
car — the 48.6 h.p. according to the 
new rating of the Automobile Club — 
has six cylinders of 4% inches stroke 
and 4% inches bore cast in two sets 
of three cylinders each, Mr Royce 
being of opinion that a six-cylinder 
engine is not six one-cylinder 
engines, nor three two-cylinder 
engines, but two three-cylinder 
engines. It is well known that each 


ROLLS-ROYCE. DETAILS OF AXLE AND STEERING 


pair of cylinders in a four-cylinder 
engine, and each set of three cylin- 
ders in a six-cylinder engine, pro- 
duces a strong “couple” when 
running at high speed. Accordingly, 
Mr Royce has arranged his bearings 
so that the three biggest bearings in 
the engine are those at the two ends 
and that in the middle which is 
between the two. three-cylinder 
engines. There are in addition 
bearings between every crank. There 
is no bearing at all in the centre of the 
two groups of three cylinders each in 
some six-cylinder engines. The 
cylinders of the new six-cylinder 
Rolls-Royce engine are completely 
water-jacketted all round instead of 
there being two adjacent cylinders 
without any water between them. 


The engine is suspended to the 
frame at the forward end by a special 
form of compensated suspension, so 
that the strains to which the frame is 
subjected from road shocks are not 
transmitted to the engine casing. The 
engine lubrication is by the system 
adopted in high-speed steam 
engines, i.e., the oil is pumped by the 
engine through the hollow crank- 
shaft, and a film of oil is maintained 
throughout the large variation of 
engine speeds by pressure from 
within at an even and sufficient 
pressure between the _ bearing 
surfaces of crank-shaft and connec- 
ting rods. 


The Rolls-Royce six-cylinder 
engine can be provided with two 


entirely separate systems of ignition 
— synchronised battery ignition, and 
high-tension magneto ignition. The 
clutch is of the internal cone type, 
and is so designed that over- 
lubrication cannot result in the 
annoyance of a slipping clutch. The 
pressure required from the driver’s 
foot to release the clutch is very 
slight. The gear-box has a direct drive 
on the third gear and a higher speed 
fourth gear. The gear-box is of the 
same design as that used so success- 
fully in the car which won the Tourist 
Trophy Race in 1906. The propeller 
shaft is of exceptional length so as to 
prevent undue work on and wear in 
the universal joints. The back axle is 
of the double construction recom- 
mended by the judges of the 
Automobile Club. It is specially 
robust, fitted with ball-bearings 
throughout, and is manufactured of 
the best obtainable material. The 
chassis is designed so as to avoid the 
use of chains in the main and minor 
transmissions, as they soon become 
slack, noisy, and unreliable. The 
valves are all on one side of the 
engine and are interchangeable. 


On the steering-wheel there are 
two small arms which can be easily 
operated, the one by the thumb of the 
right hand and the other by the 
thumb of the left hand, without 
removing the hand from its grasp on 
the steering-wheel; that on the left 
hand controls the speed of the 
engine, but when extended to its 


utmost the engine governs at about a 
thousand revolutions per minute; 
that on the right controls the advance 
and retardation of the ignition. There 
is, in addition, an accelerator pedal 
which cuts out the action of the 
governor. Most drivers of Rolls- 
Royce cars set the control level so 
that when the clutch is pulled out the 
accelerator pedal is not depressed. 
The engine will then run at its lowest 
possible revolution, and the speed of 
the car is regulated by pressure on the 
accelerator pedal. 


The commutator of the new six- 
cylinder engine is of special design. 
The usual wipe-contact commutator 
has the defect of making contact at 
slightly irregular periods. To avoid 
this defect and the burning away of 
metallic surfaces, the primary (or 
low-tension) portion of — the 
commutator is made with platinum 
points operated by a cam which lifts 
them apart and allows them to make 
contact only at correct intervals. The 
contacts are under the new Rolls- 
Royce design, saved from all 
hammering and frictional wear. 


The carburettor is of the float feed 
spray type, fitted with an automatic- 
ally operated air valve. The air valve 
is operated by the suction of the 
engine acting on a piston, one side of 
which is open to the atmosphere. The 
valve is held closed by means of a 
spring, so that the air admitted is 
proportional to the speed of the 
engine. It is of the piston type, but 
differs from the usual piston valve 
inasmuch as the piston is conical. 
The use of a conical valve eliminates 
the friction which occurs in a piston 
valve in which the piston fits 
throughout its length, and in this way 
the valve is rendered extremely 
sensitve, and any dust which may 
enter cannot cause the valve to stick. 


The valves are operated by means 
of levers which at one end are 
pivotted, and at the other end are 
fitted with a roller which lies 
between the valve spindle and the 
cam. A pair of these levers (operating 
the inlet and exhaust of a cylinder) 
are mounted on one base and fixed to 
the crank-chamber by studs. The 
advantage claimed for the arrange- 
ment is that the side pressure exerted 
by the cams when lifting or falling is 
not taken, as is usual, on the face of 
the guide over which the lifter slides, 
but is taken on the pivot on which the 
lever hinges. Thus, it will be seen 
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there is practically no side pressure 
on the guides, and therefore little or 
none of the wear which otherwise 
tends to make an engine noisy. 


The whole of this gear is complete- 
ly enclosed in the crank chamber, 
and good lubrication of all parts is 
insured. The removal of inspection 
plates is very simple and exposes this 
mechanism to view. Any slack may 
be readily taken up by means of a set 
screw and check nut. 


To the Rolls-Royce car belongs the 
distinction of having come with 
flying colours through the greatest 
endurance test ever imposed on any 
self-propelled vehicle. In the Scottish 
Reliability Trials of 1907 it won the 
pounds in cost. it is well worth the 


FRONT VIEW 


while of any motorist to write to 
Messrs. Rolls-Royce for a pamphlet 
which they have published giving 
full details of this unique trial. 


Messrs. Rolls-Royce were good 
enough to place this car at my 
disposal after trial, and | gave it as 
severe a testing as I could in the hilly 
country of south-east Cornwall; and | 
can testify that | found in it the 
perfection of workmanship, design, 
and construction. In my own mind | 
bracket it among the three finest cars 
| have ever driven. 


The 40-50 h.p. six-cylinder rolss- 
Royce chassis is sold with tyres for 
£950, with side entrance body for 
£1,045, and with a double landaulet 
body for £1,155. 


ROLLS: ROYCE CHANGE SPEED GEAK 
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OCTOmER vass AS 


The welcome accorded to the new State Governor of New South Wales, Air Vice Marshal Sir Philip Woolcoot 
Game, C.B.E., K.C.B., D.S.O. The Air-Vice-Marshal is seen in a Rolls-Royce car in the main street of 


Sydney. 


This Silver Ghost was Chassis no. 
72 EM bought by J. McLeish second 
hand in London. It was fitted with a7 
seater touring body by Windover, in 
blue and black. Originally if had two 
wheel brakes, but was one of the ““S”’ 
series that Rolls-Royce Ltd offered to 
the owners that for the cost then of 


FEDERAL 


(By courtesy of the ‘‘ Sydney Morning Herald.’’) 


£250-0-0 they would take the car 
into the factory and fit it with four 
wheel brakes. This car 72 EM was 
one that had this modification 
carried out. We sent one, 48 RM back 
to England for this modification then 
owned by a Howard Smith. 


OFFICE BEARERS 


VICTORIA 


Chassis 72 EM had been traded 
into Dalgety & Co., and was lent to 
the Government for this procession 
through Sydney for the welcome of 
the new Governor Sir Phillip Game; 
the Governor who sacked the then 
Labor Premier of NSW, Jack Lang. 
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